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SINOPSIS

Yest op ech Bonamu, N 379“‘: crashed at night« appro:dmately 5 miles north-.- ~

of
0100 *the Mason City Hun:lcipal Airport, Mason City, Iova, at approximately'
Febl’uary 3) 19590

ape The pilot and three passengers were killed and the
ra.t'tmag demOliahgd

ThQ a ' > |
Der irera.ft b °bsemd to take off toward the south :ln 2 normal map-
‘ °!'th and climb t° an eStimated altitude of 600 feat, and then head in a
Wes
aj) t‘*‘ly direction.. When approximately 5 miles had been traversed, the
lght, of the' alrcraft

rl'om . was seen to descend gradually until it disappemd
Bht.

W unsuccessful attempts were made to cont.act ,

Thy The wreckage was found in a field later. that momzng
S accident » like

to
““dart
ke a £,

80 many before 41t, was caused by the p:llot's declsion .
wbich the likelihood of encountering instrtment con- -

e exis
nt ted, 1'1 the miataken belief that he could cope with'en route in-
weather conditlons,

th

rly e iuatz'“lﬂents in th‘
s
. olely by ins tr\!raents

‘viu, without having the ‘necessary Iamiliarlzation

to aircratt. and without being properly cax'tiﬁ.cated
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Charles Hardin, J. P. Richardson, and Richard Valenguels were members of
a group of entertainers appearing in Cléar Lake, Iowa, the night of February 2,
1959, The following might they yere to sppear in Mocrhead, Mimnesobls  Becaus®
of bus troubTs, which had plagued the grbip, these thres. decdded to go t0-H00F
head ahead of the others. Accordingly, arrangements were made through Roger

peterson of the Dwyer Flying Service,. Inc., '~l_oc'a.téd on the Mason City Airports
to charter an aircraft to fly to Fargo, NOrth Dakota, the nearest airport 10

Moorhead. —

At approximately 1730,y Pilot Peterson went to the Air Traffic Communi~
cat‘i:th--S‘tJatibn'(ATCS) ,"which was located ina tower on top. of 'the ABministra”
tiop, Building, %o obtain the necessary weather information. pertinent to the ¢
flight, This included the current weather at Mason City, Iowa; Minneapoliss .
Redw'zi;);i"%‘ailé 2 and Alexandria, Minnesotaj and the ’te‘rininia‘lﬂ.‘ faréé.astfmf’;f’ﬁ'ai‘go,’ﬁ
North Dakota, He was advised by the communicator that ald these stations were'
repgrting ceilings, of 5,000, feet or.better and visibilities of-10 miles o
sbove; also, that the Fargo terminal forecast indicated the possibility of .
light snow showers after 0200 and a cold frontal passage Sreguii ol T 00
niéator telE Peterson that a later teriminal forsdast would be availsblé ot
2300, . A4 2200 -and; again, gt 2320. Pilot Peterson called ATCS. concerning:the: 1
weather, At the latler time he was advised that the st;tions en route Were .1
repor?ing ceilings ,Oi: )420(')" feet_ or better with visibilities still 10 irxile_s °r "
greaté?| Tight’ show was reportéd at Minneapolisi‘“The cold ﬁéﬁg'pfeﬁbﬁ'siy g
reported by the: communicator as foregast to pass Fargo at. OhpO was now: repoff'ed
to pass, thereat 02_99,_ ‘Ifhe }‘las?_rfxm City weather was reported to the pilot 88} .f
ceiling measured 6,000 overcast; visibility 15 miles plus; temperature 15 9%
greesy &ipsint 8 dégreés; wind south 25 €o' 32 kiots} altimetdr setting 25196
inches. - -. A4 } L

’

s L
-

il SRS Petezectt, Sosteperaed B Shert Duyer, & certificated comergislis
pilof, the Local fixed-base operator at the Mason City Airport, and owner o
Bonanza N 3794N (the aircraft used on the flight), again went to ATCS ‘for the
latest weather information. The local weather had changed semewhat in that the
ceiling had lowered to 5,000 feet, light snow was falling, and the altimeter
setting was ney 29,90 inches.

. Sy

1/ All times herein are central standard and based on the 2l-hour clocks
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ha;b:%’e"p;a“éﬁ’géﬁ arrived ‘at the airport 'abogﬁ 00L0 and éfter_'ﬁheir baggage

I Properiy stoed ‘on board, the pilot and passengers boarded the aira
TR 1ot Peterson told Mr. Dwyer that he would file his flight plan by
radi‘) When airborne, While the aircraft was being taxied to the end of rin-
- 175 p eterson- called ATCS and asked for the latest local and en route
"eathe;s This was’ given him as ot having changed materially en route; howe
eported as: precipitation ceiling 3,000 feet,

evéi..n B e, UG s
> the Yoozl weather was now r e
light snow; wind south 20 knots, gusts to

:;Wl:::é‘iréd;"ﬁsibiiity 6 miles;
Si altimeter setting 29,85 inches. _

A norniay takeoff was made at 0055 and the aircraft was bbseryed to make
B e turn and clinb to appraximately 800 feet and then, after
Passing tpe airport to the east, to head in a northiesterly direction. “Through
‘;::: o the Tlight the tail light of the aircraft was plainly . Pt

VT, who “as watching fram a platform outside the tower. lhen about five
:lles Lrom the airport,-g/ Dwyer saw the tail light of the aircraft gradually
°Scenq Wtil out of siéht.‘ When Pétersoni‘ did not report his flight plan by
T8dio, spon after takeoff, the communicator, at Mr, Dwyer's request, repeatedly
iy to reach him but was unable to do so. . The time was approximately 0100,
S ?fter 3N extensive air search, the wreckage of N 379LN was :ighted ::a:n
o tham field gt approximately 0935 that morning, - All Ofcupw 8 "e“: "
wag | © alrcraft yag demolished, The field in whigh the .alrcraft was foun

Vel ang Covered with about four iriches of snow.
ness The accigent occurred in a sparsely inhébited .are'a‘ and there were no wit-

e ExaMination of the wreckage indicated that the first impact with the
f:::nd N33 made by the right wing tip when the ?crafﬁ.was:’ in a"steep rig:;t
b té\nd in g Nose~low attitude, Tt was fm’*.therv deter.mmfe.d:ﬁthat vthe airc: :
vt g 1P 8t Bigh spee ‘on & heading of 315 T S N SONVIRN

‘.er a d':fstahée of 540 feet, at the end of which the main wreckage was found
ing dgainst a barbed hire fence. The: three passengers were thrown clear’ of'
he‘ 'm’.e.é k&g'e; the pilot was found in the cockpit. ' The two front seat safety .
i;:;::sfa#d?ffhe'ini&dle*‘dne's of the rear seat were torn free from their atta:: . :
T * The tWO rear ocutside belt ends rema:_l?led 'atfgched tg their z:spec ve
b be;_lg s.f, th? bﬁé}de’or ‘one was broken," que‘ of‘ :the Wfbl?if’g"f’fs broken and
s uere about the Geeupaiits, T i / :

i}

Y S
-~ SU’U mﬂp &ttached.
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- Although the aircraft was badly damaged, certain, dmportant, facts were de=
termined. There was no.fire. All camponents were accounted for at the wreck= 4
age site., There was no evidence of inflight, structural failure or failure of
the controls. The landing gear was retracted at the time of impact.. The. d5m~'~
aged engine was dismantled and examined; there was no evidence of engine malfuncf
tioning or failure in flight. Both blades of the propeller were broken at. the il
hub, giving evidence that the engine was producing power when ground impact 067+
curred. The hub, pitch-change mechanism indicated that the blade.pitch was in o
the cruise range.
Despite the damage to, the cockpit the follow1ng readlngs were obtalned-
Magneto switches were both in the "off" position, -
Battery and generator switches were in the "o Positibn. .

The tachometer r. p. m. needle was stuck at 2200,

Fuel pressure, cii temperature, and pressure gaub .
3 €S wer the
normal or g"e=n g, & e stuck in

at e gvo dicak
The a* 't" T ﬁ CJSL was stuck in a manner indicative of a
90-degres .20 X @nd nose~down attitude, ,

‘The rate of ¢limb “udicator was stuck at 3,000 feet per minute descent.
'The airspeed iidiczbor needle was stuck between 165-170 m
““The direéciional gyro was caged.

“The omri s2lectcz was positioned at 11, 9,
Mason City omxi range. :

The course selector indicated. a 360-degree course,

The transmitter was tuned to 122,1, the frequency for Mason Cit&.,

The Lear autopilot was not operable. , .-
The Aircraft S g

‘The aircraft, a Beech Bonanza, model 35, S/N-loié,
was manufactured October 17, 1947.

Pl B

the frequency of the .

identification N 379Ny,

It was powered by a Continental model
E185-8 engine which had a total of LO hours since major overhaul., The 31r°raf ‘

was purchased by the Duyer Flying Service, July 1, 1958, and, according t0 rec”
ords and the testimony of the licensed mechanic employeq by Duyer, had been

properly maintained since its acquisition., Y 379LN was equipped with high and
low frequency radio transmitters and receivers, a Narco omnigator
(only recently installed-and not operable), A

Lear autopl

all the necessary engine and navi
gational instruments, and a full panel of instruments useq for 1nstrument £1yiné

1ncluding a Sperry F3 attltude Gyro,
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VR(.’fger Arthur Peterson, 21 years old, was regularly employed by the
Diyer Flying Service as a commercial pilot and flight instructor, and had
been wity them about one year. He had been flying since October of I.L951x ;
and haqg. accumulated: 711 flying hours, of which 128 were in Bonanza air=-
Taft,  Aimost all of the Bonanza time was acquired Quring charter flights.,
He haq 8PProximately 52 hoﬁrs of dual instrument training and had passed
Ha Instrument, wmitten egaminatipn. He failed an instrument flight check
°n March 21,1958, nine months prior to the accident, His last CAA second-
#1455 physicar examination was taken March 29, 1958. A hearing deficiency
°f hig right eapr was found and because of this he was given a flight test. i
4 waivey Noting this hearing deficiency was issued November 29, 1958, Ac-
PRI oty Messtatesie a young married man who built his life
i flying. When his instrument training was taken, several aircraft
Yere used ang these were all equipped with the conventional type artificial
horison and none with the Sperry Attitude Gyro such as was installed in
Bon%a N 37944, These two instiuments, differ greatly in their pictorial
diaplay, | | |

~The Conventional artificialA horizon provides a direct reading indica-
tion of the bank ang pitch attitude of the aircraft which is accurately in-
Weated by 4 miniature aircraft pictorially displayed against a horizon
Par anq g4 Lf observed from the rear. The Sperry F3 gyro slso provides a
IR, reating sotebiant oe s bank and pitch attitude of the aircraft,
but y4q Pictorial presentation is achieved by using a stabilized sphere
iy Tree-s loating movements behind a miniature aircraft presents pitch
inrométim FWith a sensing. exacfly opposite from that depicted by the con-

v
*Ptional aptspgoia femit o

e Veather

The supface weather chart for OOOO on February 3, 1959, showed a cold
frong €Xtending from the northwestern corner of Minnesota through_‘?‘?ntf?l b
Nebrasia ¥ith a secondary cold front through North Dekota. Widespread snow

OWep 3ctivity was indicated in advance of these fronts, Tempergt}n_'ve?‘ls
Aong the airway route from Mason City to Fargo were below v_freezixng at all
lever g with an ihversj_on between 3,000 and 4,000 feet and abundant moisture

Fresent 3t a1 levels through 12,000 feet,
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The temperature and moisture content was such that moderate to heavy icing
and precipitation existed in the clouds along the route. Winds aloft along
the route at altitudes below 10,000 feet were reported to be 30 to 50 knots
from a southwesterly direction, with the strongest winds indicated to be
closest to the cold front. :

A flash advisory issued by the U, S. Weather Bureau at Minneapolis at
2335 on February 2 contained the following information: "Flash Advisory
No, 5. A band of snow about 100 miles wide at 2335 from extreme north-
western Minnesota, northern North Dekota through Bismarck and south-south-
westﬁard fhfough Black Hills of South Dakota with visibility generally be-
low 2 miles in snow. This area or band moving southeastward about 25 knots.
Cold front at 2335 from vicinity Winnipeg through Minot, Williston, moving
southeastward 25 to 30 knots with surface winds following front north-north~
west 25 gusts L5. Valid until 0335," Another advisory issued by the U. Se
Weather Bureau at Kansas City, Missouri, at 0015 op February 3, was: "Flash
Advisory No. 1. Over eastern half Kansas ceilings are locally below one
thousand feet, visibilities locally 2 miles or less in freezing drizszle, -
light snow and fog, MNoderate to locally heavy icing areas of freezing driz-=
zle and locally moderate icing in clouds beloy 10,000 feet over eastern por-

tion Nebraska, Kensas, northwest Missouri, and most of Towa, Valid until

0515,% Neither communicator could recall having draym these flash adviso-

ries to the attention of Pilot Peterson., M, Dwyer said that when he accom=

panled Pilot Peterson to ATCS, no information Was given them indicating in~
strument flying weather would be encountered along the route

Analzpls
There is no evidence to indicate that Very important flash advisories
regardlng adverse weather conditions were drawn to the attention of the

pilot. On the contrary there is evidence that the weather briefing con-

sisted solely of the reading of current weather at en route terminals and

terminal forecasts for the destlnatlon. Failure of the communicators to

draw these advisories to the attention of the pilot and to Sriphiiaded their
importance could readily lead the pilot to underestimate the severity of
the weather situation,

It must be pointed out that the Communicatorg!

responsibility with
respect to furnishing weather 1nformatlon to pilots is to give them all the
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vi

in an in this. case had a
p by Y manner, Also, the pilot and the operator in this case ha
e

Tinite responsibility to request and obtain all of the available infor-
Mation and to interpret it correctly. " 5 - ' ;

fir, Diyer saig that he had confidence in Pilot Peterson and relied
Mhirely on hié‘operatioﬁal judgment with respect to the planning and con-
det op 4y flight, ' .

- 4 Masbn City, at the time of takeoff, the barometer was falling, the
ceiling and Visibility wepe lowering, light snow had begun to fall, and the
Surfa(,e Winds and winds aloft were so high one could reasonably have expected

; elfcounter adverse weathey during the estimated two-hour flight.
™ ¥as alreaqy snowing st Mimeapolis, and the general P i e
2long the 1ntendeq route indicated deteriorating weather R g
Oonsideﬂng all of thege facts and the fact that the company was certif 1"'
“Hted by oy g accordance with visual flight rules only, both day and et
toggther with the pilott é unprmren’ ability to fly by instrument, the decision
° go Seems mogt imPrﬁdent. : a4 ‘

It ig Pelieved that shortly after takeoff Pilot Peterson entered an area
comp lete darkness ang one in which there was no definite horizon; that
° Shoy ®onditions ang the iack of hor"izon required him to rely solely on
Hgnt Instrunents fop alrcraft attitude and orientation, .
. The hign Sty winds and. the attendant turbulence which existed thi
fllght voulq have causec;l the ‘ra'be of ciimﬁ indicator and the -turn and bank
“Micaty, %o fluctuate to such an extent that an interpretation of these
:-n “runents s0 £ r a8s attitude control is concerned would have been dﬁ? br |
e:i: 8 Pllot ag inexperienced as Mr, Peterson. The airspeed a:f.:z::T'
e T A i refepsnce il
ROl of the pitch attitude. With his limited experience the pilo

Youlq ; le under
i teng ¢, Tely on the attitude gyro which is relatively stable

ey

of

ditions'
i arly ine-
TVice SXperience with the use of the attitude gyro has clearly

die :
B “nfusion among pilots during the transition period or when alter-

Raty A
: ll.lg betWeen Conventional and attitude gyros. Since Peterson had received

hls .
&rtilnStrment training in aircraft equipped with the conventional type
£3ae .
gl horiZOn’ and since this instrument and the attitude gyro are
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opposite in their pictorial display of the pitch attitude, it is r&bable
that the reverse sensing would at times produce reverse c;ntrol aition
This is especially true of instrument flight conditions requiring a hi;h

degree of concentration or requiring multiple function, as would b th
’ e the

case when flying instrument conditions in turbulence without a copilot
The directional gyro was found caged and it is possible that it was ﬁe\.rer
used during the short flight. However, this evidence is not conclusive
1f the directional gyro were caged throughout the bflight this could on1;r
have added to the pilot's confusion, |
Conclusion
At night, with &n overcast sky, snow falling, no definite horizon and
a proposed flight over & sparsely settled area with an absence of ro:md
lights, 2 requirerient for control of the aircraft solely by refereice £0 |
flight instruments can be predicted with virtual certainty e
The Board concludes g

: that Pilot Peterson, when a short distar;ce from
 the airport, was confronted with this situation. Because of fluct +
. o uctuation

of the rate instruments caused by gusty winds he would have b " d
been force

eatly on the attitude gyro, an instrument with
which he was not’ completely familiar, The pitch display of this inst
o is instru~

to concentrate and rely gr

nent is the reverse of the instrument he was accustomed to; theref he
o; therefore,

could have become confused and thought that he was making a climbi e
when in reality he was making a descending turn. The fact tha:mt;f;gair’
opaft struck the grotnd in a’steep turn but with the nose lowered onl
slightly, indicates that some control was being effected at th et. y
The weather briefing supplied to the pilot was seriously inad e' ::;metn
that it failed to even mention adverse flying conditions whi PIhg 1
been highlighted. ch should have



“obable Cause

The Brarq determines that the probable cause of this accident was
the pilot1g unwise decision to embark on a flight which would necessitate
flying s0lely by instruments when he was not properly certificated or
Walified to ge s0. Contributing facters were serious deficiencies in the
Weathep briefing, and the pilet's unfamiliarity with the instrument which

determineg the attitude of the aircraft,
BY THE CIVIL AERONAUTICS BOARD:

/s/ JAMES R. DURFEE
/s/ CHAN GURNEY

/s/ HARMAR D. DENNY

/s/ G. JOSEPH MINETTI

/s/ LOUIS J. HECTOR

WOTE:  See attachment entitled "Safety lessage for Pilots."



SUPPLEMENTAL DATA

Investi ation and Depositions

The Civil Aeronamtics Board was notified February 3, 1959, of this
“¢¢ldent and an investigation was immediately begun in accordance with
the provisions of Section 701 (a) (2) of the Federal Aviation Act of 1958,
Depositiong were taken at Mason City, Iowa, February 18, 1959.
the Aroray

N 3791, a Beech Bonanza, model 35, S/N-1019, was mamfactured
October 17, 1917, It was equipped with Continental model E 185-8 engine
and a Beech model R-203-100 propeller., The aircraft had accumulated a
total of 2,35, flying hours and the engine had LO hours since overhaul.
The aircrasy was purchased by the Dwyer Flying Service July 1, 1958.
the Operator

The Duyer Flying Service, owned and operated by Mr. Hubert J. Dwyer,
Was starteq in 1953. The business consisted of a fixed-base operation
°Pgaged in charter flying, student instruction, and aircraft maintenance
4 sales. The service had an air carrier operating certificate with
4N air taxj rating issued by the Federal Aviation Agency. The certificate
Permitted the carrying of passengers for hire within the continental
Linits of the United States in accordance with visual flight rules,
both day ang night,

Roger Peterson, age 21, held airman certificate No. 132128, with
single"’mgine land and flight instructor ratings. He took his last
Second-cl asg physical examination March 29, 1958.
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ATTACHMENT

A SAFETY MESSAGE FOR PILOTS

To ¢ :
3 he pilot who has not been exposed to instrument flight utilizing both
© attig
. Ude gyro and the artificial horizon, the fact that pitch information
18 dig
Pl 3
ayed in ap Opposing manner on these instruments does not appear

Partiey; ;
arly Significant, The assumption may be that, providing one is aware

0 S
ij;thls differences no difficulty should be experienced in utilizing either
Suftrument‘ This assumption, however, is true only if the pilot has had
eitflCient training on both instruments to interpret pitch information from
; theh::;:Zth equal facility- In the absence of such training or experience
. infopatterns generated by training and repetitive experience in interpreting
Yeacty, ‘rmatlon displayed in an identical mamnner each time causes an instinctive
5 1 1in the application of control pressures to achieve a desired result.
”ilf :jj:einformation is then displayed in an opposite manner, the instinctive reaction
- COntrgy toan impr§per application of control pressures, a change in attitude
fbllOWs that anticipated, and at least momentarily, a period of disorientation

U . . 5
Nless the pilot is highly skilled in instrument flying and can reorient

lll' "lse

tn
- o8 can pg fatal,
ALl 4
Pllots who have received instrument training utilizing the artificial

hory
Zon are i . 5
advised not to rely upon the attitude gyro unless sufficient experience

hag ;
DEen a.
83ineq under simulated instrument conditions to insure competence with

Bhie -
hig lnstmment,,
White w1
this Message deals primarily with flight instruments, it is equally

#PPlicyy,
le
to other equipment in the aircraft including radio navigation and
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KNOW YOUR ATRCRAFT EQUIPN[EN’I; s ITS CAPABILITIES AND LIMITATIONS. g

DO NOT RELY UPON ANY EQUIPMENT UNDER CTIRCUMSTANCES REQUIRING ITS USE FOR THE i
SAFE CONDUCT OF THE FLIGHT UNTIL YOU HAVE ACQUIRED SUFFICIENT EXPERIENCE UNDER ‘]
STMULATED CONDITIONS TO INSURE YOUR ABILITY TO USE IT PROPERLY , \
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